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Research question:  
 
Are there benefits in pursuing a city development model, which 
incorporates “feminine” travel patterns, drawing ideas from the 
“Compact City” model, for implementing an urban transport model 
which includes mobility and accessibility, with special relevance for 
cities in the developing world? 
 
 
Word count: 15,919  
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ABSTRACT  
 
This paper will be focusing specifically on the benefits of pursuing a city 
development model, which incorporates “feminine” travel patterns and more 
specifically draws on the literature on the “Compact City” to discus and 
analyze the possibilities of implementing an urban model which includes 
density, mobility and accessibility with special relevance for cities in the 
developing world. 
This paper will incorporate the concepts of accessibility and mobility as 
integral to discuss urban transportation. The discursive impacts of increased 
mobility and accessibility, possibly resulting in an increased sense of equity, 
will be further discussed as a possible outcome of citizens having a high level 
of mobility, by having access to an urban form that accommodates different 
transportation forms, and accommodating inhabitants varying income levels 
and patterns of travel. The conceptions of „utopian‟ thought will also be drawn 
upon as necessary for pursuing change.  
The paper will primarily discuss properties of the development model 
exhibited by “feminine” travel patterns and the concept of “the Compact City” 
and the importance of pursuing utopian ideals. Following a conceptual 
discussion of the above named topics of accessible urban infrastructure, 
mobility and urban form, the theories identified in the literature review will 
shed light on the benefits and drawbacks of different models of urban 
development.  
Finally, by examining the cases of Copenhagen, Denmark, in the global north 
and Bogotá, Colombia, in the global south, alternative development models 
will be exhibited, thereby displaying two alternative development models 
which are currently in existence, both of which draws on conceptions of 
mobility and accessibility in changing the urban form, and the discourse of 
what is possible to achieve.  
 
 
Rationale of Dissertation 
 
The rationale for writing this paper has therefore been to exhibit alternative 
development models opposed to geographically sprawling cities, helped in 
part by a mobility shaped by the automobile (automobility), and to challenge 
automobility in light of political, environmental, health and equity concerns, 
and in light of the urban future that seems likely to ensue in the decades and 
centuries to come, and to show possible alternatives. Furthermore, the 
rationale has been to discuss the possibilities of implementing a „Compact 
City‟ model in developing countries and to utilize utopian ideals to pursue a 
more sustainable urban form and future. 
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INTRODUCTION  
 
Context of Dissertation 
 
The case for the global significance of alternative urban development 
models, including transportation, which focuses on providing mobility through 
density and alternatives to a city build for long-distance commutes, 
dominated by the automobile, is of great importance when considering 
environmental and geographical constraint, economic efficiencies of urban 
services and equity and health concerns. 
Drawing on the experiences of Copenhagen, Denmark, that have 
implemented policy goals that seem near utopian, as exemplified by 
Copenhagen City Council striving towards the stated goal of reaching 50% 
daily commuting by bicycle by 2015 and CO2 neutrality by 2025, exemplify 
that different „possible futures‟ are currently being pursued. Furthermore, to 
put transportation alternatives into a development context, the experiences of 
Bogotá, Colombia, where large-scale investments into public infrastructure 
and public transportation, and several policy programs were initiated to 
change the discourse on violence, transport and the city as a whole.  
By discussing reasons for incorporating transport policies, as a main tool to 
change discourse and for reimagining the city, to strive towards alternative 
urban futures, utilizing different forms of transport and urban forms, the 
author will argue for the relevance of alternative urban forms and the 
relevance of pursuing alternative urban futures. The cases are illustrative of a 
commitment to an alternative development strategy, which puts 
transportation as a main peace of an urban transformation for a more 
equitable and sustainable city. 
 
 
Having access and having freedom of movement has changed the face of 
urban landscapes and geographies, and has helped shape various urban 
forms and different development paradigms throughout modern history (See 
Harvey, 2002; Healey, 2002 & 2007; Pinder, 2005; McCann & Ward, 2011, 
Breheny, 1998; Fishman, 1997; Hall, 1988 and Jenks et al., 1996).  
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Modern cities today exist and function because of the highly developed 
systems which support them, making sure that electricity, gas, heating and 
clean water are moved efficiently from provider to consumer. Technical but 
also mobility networks are the foundations on which urban development, both 
physically and metaphorically, are built, and the services these networks 
provide are the preconditions for basic standard of living, economic growth 
and environmental protection in and beyond the city (Guy et al., 2011:1).  
These networks comprise not just of physical artifacts, but also 
organizational structures, institutional arrangements, socio-cultural 
meanings, multi-vocal discourses, planning paradigms, etc., and urban 
infrastructures therefore represent complex systems serving multiple 
purposes. However, once established, these systems show a high degree of 
path dependency, which means that by the virtue of these systems becoming 
ever more embedded in urban-structures, they tend to be resilient to change 
(Guy et al., 2011:1).  
Cities however have the potential to make great strides in the direction of 
creating sustainable societies, where economic, social and environmental 
issues are integrated and advanced. Urban populations, business and their 
activities, economic wealth, government, academia, infrastructure and civil 
society represented in urban cities, have resources that can be utilized to 
translate the “compact city” principles into concrete and positive urban 
outcomes (unglobalcompact.org). Therefore, the UN launches „The Global 
Cities Programme‟ in 2003, which works to provide a framework for 
translating the principles into day-to-day urban governance and management 
practices.  
 
 
“Sustainable urban forms will only be achieved if they are underpinned by a 
policy background which commits to global sustainability goals, but also 
leaves room for local formations and implementation of solutions” (Williams 
et al., 2000). 
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LITERATURE REVIEW 
 
Mobility and the urban form 
 
Mobility has become indispensable if one wants to understand and explain 
modernity and the current forms this takes in our time (Urry, 2000) and some 
authors speak of a mobility paradigm where social relations can only be 
analyzed and understood through various „connections‟ (Urry, 2007) or flows 
(Castells, 1996) which are unfolding at an ever accelerating speed 
throughout the world (Jensen, 2011:1). 
Mobility in modern cities can be seen as spatially open, intersected by many 
forms of mobility as diverse as flow of people and access to information 
(Amin & Thrift, 2002), and can be a phenomena incorporating diverse 
conceptions ranging from globalization, migration, urbanization, media, 
poverty or education (Jensen, 2011:1). Both in cities as in other contexts, 
one can find flows of goods; services, people and information, and these 
flows are part of „modernity‟ in our time (Jensen, 2011:1). 
 
In the literature on accessibility and mobility, there has been a growing 
concern over the ability of individuals living in urban environments to 
effectively access goods and services, and other opportunities needed to 
sustain their well-being and full participation in society. Moreover, there has 
been an acknowledgement of the many factors, potentially affecting the 
ability of individuals to reach desired destinations, as being important to 
fulfilling basic life needs. Some of these constraints might include individuals´ 
personal characteristics and time constraints (Miller, 2007), the effectiveness 
of the local transportation system and the availability of transport choices 
(Handy, 1996), the built environment and the urban form of the city (Næss, 
2008). Furthermore, issues of accessibility and mobility have been discussed 
in the light of age, gender and disabilities, and in ways of accommodating 
infrastructure to varying patterns and levels of personal mobility (Uteng and 
Cresswell, 2008), not to mention individual monetary constraints in relation to 
using available mobility networks. 
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As will be discussed, the changing, complex and dispersed nature of the 
urban form, which characterizes many contemporary cities, complicates the 
relationship between modes of transportation and infrastructure with that of 
other social, environmental and economic policy concerns.  
Notions of mobility and social inclusion and exclusion, and issues of health, 
education and political participation are furthermore linked to social and 
spatial mobility, well-being and feeling of freedom, not to mention 
implications and adverse effect to our surrounding environment. Being 
socially and spatially mobile is generally seen as a central aspect of a 
person‟s well-being, and some argue that mobility is not only to be 
considered a capability but as existential in its nature as such (Nussbaum, 
2005; Kronlid, 2008). 
Peter Nynäs moreover suggests that: “[t]he concept of existential place, 
describes a transformative potential in the relationship between place and 
the human self that is significant for the understanding of mobility” (cited in 
Kronlid, 2008:25), as social mobility involves basic democratic principles 
concerning rights to enter (directly or by representation) into a given social or 
institutional setting (Kronlid, 2008:24; Nussbaum, 2005:80).  
 
Transportation in a global context  
 
The development in the amount of trips made and the length travelled by 
humans, has been phenomenal in recent history, illustrated by the fact that 
more than 4 million people board an aeroplane every day globally, and in the 
United States alone approximately 360.000 passengers are airborne at any 
one moment (Papastergiadis, 2000:10-41). Moreover, inhabitants of the USA 
on average travelled 50 meters per day in 1800, whereas today the average 
is 50 kilometres (Buchanan, 2002:121).  
Globally, inhabitants travel an estimated 23 billion kilometres a day, which is 
set to increase to 106 billion kilometres by 2050, as „travel‟ is set to 
quadruple (Schafer and Victor, 2000:171). This development will have 
enormous implications on global urban structures physically, psychologically, 
politically, financially and environmentally.  
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Following the UN meeting on climate change in Bali (2007), the EU 
Environment Agency (EEA) issued the report „Climate for a transport of 
change‟, which like the resulting consensus from the UN meeting, came to 
the conclusion that transport policies have to be a necessary tool to utilise if 
CO2 emissions are to be curbed and reduced. In the EU report, it is argued 
that current policy pursuits of limiting emission through technological 
advances have to be changed, as evidence shows that the CO2 emissions 
saved have been offset by increases in distances travelled. Therefore, the 
EEA points towards a different approach, which centres on the demand side 
of mobility, focussing on limiting and diverting traffic to more sustainable 
modes of transport (EEA, 2008).  
 
It would seem that transport policy is changing, and as John Urry (2007) 
writes in „Mobilities‟, policy is moving from a position of accommodating all 
mobility as a public good, where increase in car millage has been 
accommodated without second though, to a position more critical, as 
research has shown that increases in road space inevitably leads to more 
traffic. Urry points towards developing new alternative policy approaches 
which to a larger extend are based on public transport, and on implementing 
alternative technologies to power cars, busses trucks, etc., as the way 
forward (Urry, 2007:281-2). 
As will later be discussed, incorporating transport and the urban form into 
one model might also shed some results in curbing the need for transport, 
and in encouraging alternative forms of transport, than that of automobility 
and the urban form this mode of transport encourages.  
 
Urban growth in a global context 
 
In the literature, there has been an intense debate about cities and their 
global impact. Cities are often depicted as congested, polluting, providing 
poor housing, showing high inequality, and as being a cesspool of crime and 
poverty. However, it is cities that to a large extent drive economies, as it is 
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within cities that most innovation occurs and an increasing part of global 
output is produced (Jenks & Burgess, 2000:15). 
Sustainability concerns have since the Brundtland report (WCED, 1987) and 
the Rio Earth Summit (UNCED, 1992), set the debate. Cities have been seen 
as the cause of environmental degradation and resource depletion, putting 
an ecological footprint many times larger than that of the geographical 
boundary of the city. (Wackernagel et al., 1997 cited in Jenks & Burgess, 
2000:15) 
In 1999, 47% of the world population, approximately 2.8 billion, lived in cities. 
This is set to increase by 60 million each year, and the expectation is that 
60% of the world‟s projected 8.1 billion will live in cities by 2030 (UNFPA, 
2000:25). By 2030, only one in four people residing in a cities will be in the 
Global North, indicating a growth of 90% in the Global south (Jenks & 
Burgess, 2000:15). 
 
The relationship between urban form and sustainability is currently one of the 
most hotly debated issues on the international environmental agenda, and 
the core of the discussion is the way in which cities should develop in the 
future, and the effect that their form has on consumption of resources 
(possible depletion) and of social and economic sustainability (Jenks et al., 
1998:11). 
 
 
Feminine and masculine transportation patterns   
 
Through the research for this paper, the author has come across two distinct 
urban development patterns, one of which he has wished to examine more in 
depth, as this transport pattern corresponds to the principles of the “compact 
city” model and shows great significance for implementing multiple modes of 
transport into the urban infrastructure. The two development patterns 
identified have been associated with different development models, one of 
which is for a “masculine city” and that of a “feminine city”/“compact city” 
model (Jenseth et al., cited in Næss, 2008:173).  
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The masculine model is based on a development model where women 
increasingly adopt men‟s traditional patterns of mobility, defined by a 
development model of land-use where road networks are being adopted for 
steadily growing automobility, leading to decentralization of dwellings, 
workplaces and service facilities i.e. urban sprawl with low density of 
residence (Næss, 2008:173).  
The feminine model on the other hand implies that men, through 
encouragement and coercion, increasingly adopt women´s traditional travel 
patterns of shorter trips, where a greater number of trips are made on foot, 
by bike or by public transportation. This model also implies urban 
densification as a development model for bringing down travelling distances 
and increasing proximity between daily destinations and residences and 
consequently resembles the conception of the “Compact City”. (Næss, 
2008:173).  
 
Studies have shown that men often seek job opportunities throughout the 
greater metropolitan area, while women to a greater extent, confine their 
area for seeking employment to jobs available locally (Jørgensen, 1992; 
Hanson Pratt, 1995; Hjorthol, 1998; Lee and McDonald, 2003 cited in Næss, 
2008). Given such gender differences, women to a greater extent than men 
find jobs at local job markets where men more often orient themselves 
towards metropolitan centers, this taken from a northern setting (Næss, 
2008:173).  
However, as Sumeeta Srinivasan describes in her study on spatial 
accessibility of low-income women in two metropolitan cities, Chengdu, 
China and Chennai, India; travel patterns and gender divisions seem to 
resemble those described above (Srinivasan, 2008). The study indicates that 
women in both cities make a higher percentage of trips on foot than men, 
and women tend to have a lower proportion of trips involving personal 
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vehicles such as bicycles and other motorized modes of transport 1 
(Srinivasan, 2008:148-49).  
 
 
The Challenge of an accessible urban form 
 
The challenge to planners in developing countries is that place-based 
accessibility varies widely for different segments of the population, and the 
current debate in the context of developing countries is one of the role of 
causality between land use and travel behavior given that land use policies 
are very difficult to change (Srinivasan, 2008:143) and indeed control in 
many urban settings. 
 
The dependence on the automobile for long-distance commutes on 
increasingly congested roads has rendered households across the 
developed world “resource poor”. The Social Exclusion Units report identified 
that in the UK, for car owners in the lowest income quintile, that almost a 
quarter of household expenditure was used on motoring expenses (Social 
Exclusion Unit, cited in Sustainable Development Commission, 2011:online). 
This is evidence of known constraints of current development models, largely 
dependent on automobility for transport and is evidence of one of the social 
backsides of high car dependency.  
Urban planners have to be aware of the constraints facing different 
development models where also social dimensions should be incorporated 
into traffic planning, as well as ecological, economical and health concerns. 
Experiences from the UK show that there are many drawbacks to having a 
mobility pattern centred around the provision of transport through the use of 
private automobile (Social Exclusion Unit, cited in Sustainable Development 
Commission, 2011:online). 
Therefore, it seems relevant to examine the “feminine model” of 
transportation and the “compact city” urban form. As the “feminine city” is 
                                                 
1 In Chengdu males modal choice is 39% by walking; 32% by bicycle; 10% by transit and 19% by personal vehicle whereas 
women’s modal choice in Chengdu is 59% walking; 19% by bicycle, 12   transit and  10% by Personal vehicle. In Chennai males 
modal choice was 63% walking; 8% by bicycle; 22% by transit and 7% by personal vehicle whereas modal choice for women 
the figures were 83% walking; 1% bicycle; 14% by transit and 2% by personal vehicle. Source: Srinivasan 2008:149 
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dominated by different patterns of accessibility and mobility, the urban forms 
connected to such mobility patterns to a larger extend incorporate different 
modes of transportation into its urban form, as proximity to destination (i.e. 
densification) is of primary concern for having access to goods and services.  
Importantly, as developing countries continue to urbanize, policy decisions 
are still being made on issues of land use and transportation, although the 
urbanization in many developing countries is not regularized and indeed 
impossible to control as urbanization is increasing and poverty and social 
exclusion necessitates informal arrangement. Decisions can, however, still 
be made to try and avoid the causality issues which have created an 
impasse between land use and transportation planning evident in the west, 
particularly in North America (Srinivasan, 2008:143-44) i.e. urban sprawl. But 
as will later be discussed, there are also many potential drawback to a 
“compact urban form”, and many developmental differences between 
continents, regions, countries and cities to take into account when evaluating 
the relevance of a „compact urban form‟. 
 
Mobility and urban form in a development context 
 
In a development context, it is increasingly important to reflect on the 
different urban development models, their characteristics and discourses, as 
most of the global urban population growth is taking place and will continue 
to increase in the global south. In light of limited resources, environmental 
concerns, equity concerns and concerns for health and human well-being, it 
is important to critically examine urban growth patterns and properties of 
different models.  
Increasingly, urban sprawl has been sighted to be unsustainable in light of 
environmental concerns, land use planning concerns and inefficiencies 
evident in suburban forms of living due to density issues for providing 
sustainable and economically efficient services, such as insuring 
“profitability/sustainability” of collective transport and other service provisions. 
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COMPACT CITIES, A DISPUTED CONCEPT 
 
It has been suggested that a sustainable city must be of a form and scale 
appropriate to walking, cycling and appropriate for implementing efficient 
public transportation, and furthermore of a compactness that encourages 
social interaction (Elkin et al., 1991:12). Other proponents have suggested 
forms that range from large concentrated settlements linked by public 
transport systems, to strategies for the dispersal of self-sufficient 
communities (Haughton and Hunter, 1994). The UN support of notions of the 
“compact city model” goes to prove the significance of the theoretical 
conception, and the potentials it holds when implemented in different urban 
forms (unglobalcompact.org). 
In the book “Achieving Sustainable Urban Form” by Williams, Burton and 
Jenks (2000), it was concluded that there was no single form, but rather a 
variety of urban forms that were “more sustainable than typical recent 
development patterns” (Williams et al., 2000:355) and crucially that there are 
many „pathways‟ or strategies that can be followed to achieve a higher 
degree of sustainability. It was also concluded that to understand the impacts 
on the urban form, transport, social issues and environmental issues, 
processes needed to be inclusive and adaptive (Jenks and Burgess, 2000:1) 
 
Burgess (2000:9-10) defines the “Compact City” as: “To increase built area 
and residential population densities, to intensify urban economic, social and 
cultural activities and to manipulate urban size, form and structure and 
settlement systems in pursuit of the environmental, social and global 
sustainability benefits derived from the concentration of urban functions”. 
 
It is furthermore widely accepted that we need to de-link improvements in 
urban living standards and quality of life, from that of high levels of resource 
consumption and waste production, which have been a development rooted 
in the development models, production methods and consumption levels of 
the modern age. Therefore, the “Compact city” has to incorporate the 
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conception of socio-economic sustainability based on intergenerational 
equity and social justice (Haughton and Hunter, 1994). 
 
It is also not surprising that the strongest proponents of the compact city 
concept have been from the European Community, but also Asian countries 
have taken the concept in (Jenks et al 1996:5, Jenks, 2000:344). Some of 
the main arguments of the “Compact city” cited above are that density and 
mixed use planning leads to less travel and pollution and that this urban form 
has more economically and socially beneficial elements tied to its urban form 
than for instance that of the sprawling city (Jenks et al., 1996, 2000). 
However, the possible downsides associated to the “compact city” model, 
could very well be possible overcrowding, loss of open spaces and quality of 
life, and may lead to congestion and pollution instead of limiting it, and the 
qualities promoted in the “compact city” are therefore contested. Moreover, 
actual urban forms, mobility and accessibility patterns vary from city to city, 
and it is therefore impossible to find any urban example up, as epitomising 
the universality of the concept. 
Breheny (1998) suggests that many benefits of centralization may not stand 
up to scrutiny and furthermore questions whether local pain suffered by 
urban dwellers will be worth the gain of a more “sustainable city”, as these 
gains are indeed disputed, dubious or doubtful. Breheny therefore advocates 
urban containment and regeneration as possible solutions in the context of 
the sustainability debate, and is furthermore a proponent of decentralisation 
of towns and suburbs, hopefully leading to local and regional compactness, 
and not to metropolitan “compact cities” (Breheny, 1998:13-35). 
 
COMPACT CITIES: RELEVANT IN A DEVELOPMENT CONTEXT? 
 
“We should be grateful to the poor cities of the South for what they teach us, 
not only about our past, but about the future that awaits us if we do not 
recognise our common fate, and act accordingly” (Seabrook, 1996:301). 
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The fastest urban growth is seen in the cities of approximately one million 
inhabitants, which are set to grow from 270 “million cities” in 1990 to 358-516 
by 2015 (UNCHS cited in Hall and Pfeiffer 2000), in secondary cities, and 
also the urban periphery where low-density urban habitation, has led to 
encroachment on surrounding agricultural lands. Despite inner-city 
compactness, there is no evidence of containment, as the cases exhibited in 
“Compact Cities: Sustainable Urban Forms for Developing Countries”, edited 
by Mike Jenks and Rod Burgess, show, cities in the South occupy larger land 
areas than their counterparts in the North (Jenks 2000 cited in Jenks and 
Burgess, 2000:344). 
Demographic forces of rural migration fuel urban expansion, as do the global 
markets, although the spread of capital and income is uneven and often 
inequitable. The global competition for investments is intense, and favours 
certain metropolitan areas, neglecting others, and the regions that seem to 
be winning, are those in developing countries with the strongest economies. 
City centres attract global headquarters and service industries, but the 
resulting congestion and rising land prices drive the poor to the periphery, 
where they face exclusion and inadequate access to facilities and transport. 
While the rich live in close proximity, they often conglomerate in gated-
communities. The prospects are therefore, for poorer regions and cities, 
uncontrolled growth, dominated by the informal sector, with associated 
problems of infrastructure and service provisioning and associated 
environmental degradation (Jenks, 2000 cited in Jenks and Burgess, 
2000:344; Davis, 2006). 
In the research for “Compact Cities: Sustainable Urban Forms for Developing 
Countries”, it is suggested that containment has failed as productivity gains 
and improvements to life quality have not generally been the result of urban 
growth. However, containment could lead to potential and substantial savings 
connected to transport provisioning, and when considering the certainty of 
the urban expanding population in the future, a policy focussing on 
containment and density could be argued to hold significant potential for 
provisioning of public services. Furthermore, in case of continual urban 
expansion, Lloyd Jones argues that through time constraints, there is a 
ingrown self-limiting system, that may help to drive densification policies 
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(polynuclear urban forms), linked by transport nodes, as advocated by many 
supporters of the “Compact City” model (Jenks, 2000 cited in Jenks and 
Burgess, 2000:344). 
 
The size of cities, with high concentration of the world population, will 
inadvertently concentrate problems, leading to intensive use of resources 
such as land, water and energy, but also infrastructure will be stretched to 
the limits. However, as Diane Mitlin and David Satterthwaite observe, it is the 
“failure of effective governance within cities that explain the poor 
environmental performance of so many cities, rather than an inherent 
characteristic of cities in general” (Mitlin and Satterthwaite, 1996:50). 
There are substantial variations in urban densities, making it difficult to 
compare and generalise. Densification is further a complicated conception, 
as demographic growth, low levels of economic development, high income 
inequality , shortages of environmental shelter and service infrastructure 
make policies for further intensification and compaction difficult and even 
dangerous to pursue if these issues are not included into broader urban 
development policies.  
It would for example be unwise to seek to increase the population of 
Calcutta, which already hosts 23,487 persons per square kilometer, and 
many commentators have argued that this proves the limitations of 
transferability of the compact city.  
 
“What is the sense [...] of further densification given that densities are already 
high and associated with a range of problems including infrastructure 
overload, overcrowding, congestion, air pollution, severe health hazards, lack 
of public and green space and environmental degradation?” (Burgess, 
2000:15). 
 
As the compact city theory largely focuses on densifying city centers, the 
concept might not be appropriate to implement as it could exacerbate 
existing overcrowding, and Burgess writes, “[...] the ability to realize the gains 
of a more rational allocation of space within the existing building stock that 
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are claimed for densification policies in developed countries do not apply in 
developing countries” (Burgess, 2000:17). 
 
The argument for pursuing mix-use development in cities in developing 
counties is often irrelevant, as cities already have a vibrant mix of use, not 
because of planning strategies, but due to unregulated development. 
However, mix-use planning does not automatically lead to a more 
sustainable urban environment, as there are often problems of health, safety, 
noise and air pollution, as well as poor quality of life associated with mix-use 
in developing countries (Williams, 2004:5).  
 
In short, if compact cities are to deliver sustainable outcomes, they have to 
be well managed and it is clear that simply increasing densities and mixing 
uses will not by themselves lead to sustainable outcomes.  
 
“High quality infrastructure needs to be provided, public transport needs to be 
well managed, affordable and reliable, noise and air pollution have to be 
maintained at acceptable standards, basic services such as water, drainage 
and electricity need to be provided, and levels of public facilities such as 
health care and education have to be appropriate for the high numbers of city 
dwellers” (Williams 2004).  
 
Moreover, urban environments have to be kept clean, safe and „livable‟, and 
even in the Global North such goals have been difficult to achieve, and in 
developing countries such goals might seem near impossible (Williams, 
2004).   
So, one conclusion might be that the principles of “the compact city” is rather 
inappropriate for cities in developing countries, as these are exhibiting rapid 
urbanizing by itself leading to densification, showing high proportions of 
informal development, lacking the infrastructure and urban management 
structures to make the model work. Therefore, other models might be 
appropriate to follow instead, which could take the form of the „polycentric 
city‟, or the „linear, transport-oriented‟ model (Williams, 2004).  
20 
 
Another conclusion could be that developing countries already have high 
enough density levels to make the compact city work, but need large-scale 
investments in infrastructure and changes to urban management before the 
model is appropriate to follow, and implementation is unrealistic in the short 
or medium term. However, as the case of Bogotá will show, change is 
possible.  
Through urban density and compaction or through other pathways, there is 
general agreement that overall aims of sustainability are policy relevant, and 
there is a general desire, by urban managers at least, to form and 
“reimagine” cities which improve social conditions and cohesion, and are 
resource efficient and economically sustainable, and provide high quality of 
life.  
 
Katie Williams (2004:6) concludes that: “It seems that there is much to 
admire in the compact city model – in the right place and at the right time. 
But as a universal response to unsustainable cities it can only be seen as a 
small part of the solution”. 
 
MOBILITY CONCEPTIONS 
 
The choice to focus on “the feminine “and “compact city” model (Jenseth et 
al., 1986; Næss, 2008, Jenks et al., 1996, Jenks and Burgess, 2000), and 
urban passenger transport implies that the focus will be on short-distance 
transport, thereby excluding regional and international traffic, as well as 
logistical transportation (Rietveld et al., 2003:XiiV).  
 
Mobility research has shown that spatial mobility is fundamentally tied to 
social mobility, such that a change in spatial mobility patterns affects the 
individual space for options and action, producing and influencing varying 
terrains of social mobility (Uteng, 2006:439). Moreover, social mobility 
involves basic democratic principles, as already mentioned (Kronlid, 2008:24; 
Nussbaum, 2005:80).  
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A common claim made by many urban economists, regional planners and 
transportation scientists is that transportation improvements extend the 
borders of isolated labor markets, thus contributing to enhance welfare by 
widening the scope of opportunities for disadvantaged or excluded 
communities (Rietveld, 1989; Garrison, 1994, Banister and Lichfield, 1995; 
Fox, 2001 cited in Rietveld et al., 2003).  
Spatial mobility is furthermore linked to concepts relating to gender issues, 
social justice, collective transport provisioning, residential mobility and 
livelihood strategies (Law, 1999; Urry, 2000; Mandel, 2006; Rosenbaum et 
al., 2002; Silvey, 2000).  
Importantly, mobility is a multidimensional concept and phenomenon, with 
several dimension, both of spatial mobility (Urry, 2000), and spatial temporal 
(Kakihara and Sörensen, 2001). David Kronlid furthermore argues that the 
differentiation between spatial and social mobility is dissolving and being 
recognized for being intrinsically interconnected (Uteng, 2006; cited in 
Kronlid, 2008:25). Kronlid (2008:30) concludes that mobility “[…] should be 
considered a fundamental distinct capability for a life of dignity; to be mobile 
is intrinsic to human well-being”.  
Transportation improvements are therefore a concern not only for human 
well-being, but it is also a factor in alleviating social exclusion. It is therefore 
important to recognize the intrinsic importance of having a transportation 
policy that takes mobility (social, special and economic implications) 
seriously, as there are drawbacks to certain forms of transportation patterns, 
including severing of communities, health and environment related issues, 
etc, relating back to urban forms and modes of transport. 
 
Urban transportation 
 
Given the (relative) high densities of settlements that occur in urban areas, 
competition for space is usually strong.  As an overwhelming part of transport 
movements takes place at the urban level (Salmon et al., 1993 cited in 
Rietveld et al., 2003), urban transport has attracted much attention in the 
transportation literature, as it is mostly at this level that bottleneck and 
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feedback loops have become most severe and evident (Rietveld et al., 
2003:XiiV). One of the major problems of urban transportation is therefore 
when a mismatch between supply and demand of infrastructure capacity 
occurs (often seen at peak hour traffic), leading to congestion.   
 
Recently, low-density residential sprawl has been dominating the 
metropolitan landscapes of particularly American cities. But European cities 
have in many cases followed the development paradigm of urban sprawl 
made possible by long-distance mobility (Sustainable Development 
Commission, 2011), and  European urban spaces, “[…] have been structured 
by distance according to regular and predictable relationships that reflects a 
decrease of densities along a gradient from the center towards the 
peripheries” (Cattan, 2008:84).  
Nadine Cattan (2008:84-5) elaborates that with mobility a new kind of space 
is emerging, a space made of movement, a space which itself becomes a 
network where the gap, disconnecting populations from communities and 
geographies, is unceasingly recreated due to a dynamic where lines and 
tunnel effects are observed . Therefore, we can conclude that transportation 
networks have the capacity to deterritorialize, and “[…] this reality is 
frightening, because it creates fragmented identities and spaces” (Cattan, 
2008:85).  
Ivan Illich stated that the automobile has created more distance than it has 
bridged, and that we have now become structurally addicted to cars to bridge 
the distances that it has itself helped to create (Illich cited in Register, 
2006:142). 
Illich furthermore frames some of the complications inherent to this paper, 
namely that; long distances and high speed are a critical factor which makes 
transportation socially destructive.  
 
As he writes: “The true choice between political systems and the desirable 
social relations is only possible where speed is restrained. Participatory 
democracy demands low energy technology, and free people must travel the 
road to productive social relations at the speed of a bicycle” (Illich, 1974:12). 
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Transportation has a central role to play in achieving such ambitions, as 
access to services, employment opportunities, socialization with friends and 
family and travel experiences all serve the goal of sustainable „social‟ 
development. 
 
Paradoxically, road travel has widened the choice of jobs and opportunities 
available to many people, but the mobility and freedom obtained, by the 
use/dependence on cars, have been acquired at a substantial price, and the 
negative impacts of the expanding travel include: deaths, injuries, threat of 
accidents restricting others freedoms, air and noise pollution, congestion, 
community severance and the loss of social cohesion” (Sustainable 
Development Commission, 2011:9). 
 
It is therefore important for transport policies, if their aim is to be socially fair, 
to balance the right to freedom of movement “[…] without unjustifiably 
compromising the rights of others to live free from the negative impacts that 
travel imposes [...]” (Sustainable Development Commission, 2011:9). 
The challenge for government is therefore to balance conflicting rights and 
freedoms of both present and future generations. 
 
 
Transport Demand 
 
Transport demand has grown considerably over the last century, the 
important underlying factors being increasing population size and affluence. 
On the supply side of this development, technological change has led the 
introduction of new transport modes which have helped to form urban 
landscapes, in particular an urban landscape dominated by the automobile 
(Rietveld et al., 2003:XiV). 
At the urban level, trams and pedestrians dominated urban transport in most 
cities in the developed countries around the 20th century. Soon hereafter, the 
bicycle and the bus replaced these forms as dominant modes of transport, 
and After World War Two, the automobile became the dominant mode for 
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urban transport in Europe, where as the transformation had happened earlier 
in the United States (Filarski, 2000 cited in Rietveld, 2001). 
An implication of these modal waves is that important parts of existing urban 
areas have not been built for the transport mode that is presently dominating, 
and it is therefore not surprising, that substantial bottlenecks can be 
observed in urban transport. (Rietveld et al., 2003:XIV) 
Importantly, we should recognise that the infrastructure we build today, may 
not be particularly suitable for the modes of transport and patterns of mobility 
of tomorrow, as mobility patterns have changed in the past, and with 
environmental concerns looming and oil prices rising, mobility patters are set 
to change yet again.  
 
 
Mobility discourse and Urban Development (include into utopia part) 
 
Increasing geographical mobility has been characteristic of modern societies 
since the mid 19th century, and with technological transportation innovations, 
geographical mobility has increased further (Hjorthol and Lian, 2004:1). The 
development of the automobile can therefore be seen as a mutually 
dependent development, where the increased need for geographical mobility 
generates the need for motorized vehicles, which again feeds on itself 
(Jørgensen, 2008:101). 
This development is not to be taken as determinist, as an increasing number 
of cars has led to congestion, and politicians and populations are becoming 
increasingly aware of the downsides of a car-dependent development, and 
as the case studies goes to illustrate, some cities are implementing 
alternative transportation strategies for accommodating the increasing 
number of cars, long distance commutes, and sprawl (Jørgensen, 2008:101; 
Eckerson, 2007:online, 2008:online). 
  
It is furthermore generally accepted, that the production of some kinds of 
mobility often creates immobility‟s for others (Uteng and Cresswell, 2008:7) 
and as different development models become apparent, particularly the 
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“masculine” sprawling urban development model and the “feminine” model of 
density and proximity, issues of preferred urban form and discourses of the 
value of city space emerge (Eckerson, 2007:online, 2008:online; Sustainable 
Development Commission, 2011).  
Furthermore, as economic and ecological developments begin to set limits 
on what is a sustainable urban form, not to say a desirable form, urban 
planners and politicians need to build infrastructure that support a 
sustainable future, where mobility patterns are incorporated, and have to 
chose a vision/strategy to follow. 
However, mobility “[…] should be considered a fundamental distinct 
capability for a life of dignity; to be mobile is intrinsic to human well-being” 
(Kronlid, 2008:30), thus limiting mobility could be argued to lead to lower 
levels of well-being, and policies therefore need to balance “potentially 
conflicting rights and freedoms in a way that is equitable for both this and 
future generations and which respects environmental limits (Sustainable 
Development Commission, 2011:16). 
 
One of the measures to combat the downsides of mobility; namely 
congestion, air and noise pollution, deaths and injuries, health concerns, 
reduced social cohesion and impacts on the global environment, may simply 
be to introduce policies that decrease demand for specific modes of transport 
that support long distance mobility patterns, and instead support the 
development of an urban form where mobility is closely linked to proximity to 
daily destinations (Cervero, 1998; Sustainable Development Commission, 
2011). Transport might be better provided by alternative means, possibly in 
the form of walking, biking or public transport, as an integrated urban 
development and transportation policy is more likely to work towards 
addressing the issues noted above.  
 
WHY UTOPIAN THOUGHT IS IMPORTANT 
 
Utopianism presents society in a perfected form, but are fundamentally 
unreal spaces, as Frederic James (cited in Pinder, 2005:14) writes: “the 
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question of utopia would seem to be crucial test of what is left of our capacity 
to imagine change at all”, and Henry Lefebvre (cited in Pinder, 2005:14) 
argues that “[…] although utopia might seem discredited, it should not be 
abandoned […]” as it is indispensable to stimulate change. 
 
Utopias might be seen as escapist or compensatory, distracting attention 
from the „repressive state‟ and existing social conditions. However, 
utopianisms could also be construed as ideals that direct change in a 
particular direction, and can function as a social and political criticism, raising 
relevant questions and satirising the present. Utopianism can thus be 
subversive, forcing the recognition that social arrangements are not natural 
or eternal, and holds promise through imagination that things could be 
arranged differently. Therefore they can play an important role in opening up 
new ways of thinking about possible futures, stimulating demands for action 
and informing political practice (Pinder, 2005:17). 
However, David Pinder cautions that viewing the utopian spaces simply as 
positive projections, “founded upon ideal principles” is dangerous, as they 
should be examined in relation to other perspectives, “[…] that is in terms of 
what they sought to control and repress” (Pinder, 2005:25). 
 
What has been learned from the spatial history and spatial form of 
utopianisms and temporal processes must not be abandoned, as imaginative 
spatial solutions to achieve specific social and moral goals can be converted 
into potentially endless open experimentation with the possibilities of 
alternative spatial forms. Utopian imagination opens for the exploration of a 
wide range of human potentialities such as different modes of collective 
living, of gender relations, of production-consumption styles, and our 
relationship to nature, alternative transport solution etc., and the obvious 
alternative other than total abandonment of any utopianism, is to build a 
utopianism that is explicitly spatiotemporal (Harvey, 2000:182). 
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Utopianism as a practical conception in urban planning 
 
David Harvey (2000:184) summarizes the concept of heterotopia: “as the 
spaces of alternative ordering”. Heterotopia organize fragments of the social 
worlds in a way different to that which surrounds them, and the alternate 
ordering marks them out as „Other‟ and allows them to be seen as an 
example of an alternative way of doing things, thereby revealing the process 
of social ordering. It is within these „other‟ spaces that alternatives can most 
effectively be formulated and a critique of existing norms and processes be 
articulated (Harvey, 2000:184). 
 
Constraints in utopian thought 
 
The conception of „utopianisms‟ cannot, however, escape that it presumes 
that connections to dominant social orders can be cut, but as social, 
institutional, and material structures, such as walls, highways, institutions of 
governance, social inequalities etc. are either made or not made and form 
the individual, this is problematic. A further complication is that once a 
structure is built they are often hard to change, and the fixity of structures 
tends to increase with time (Harvey, 2000:185). Therefore, „materialized 
utopias of process cannot escape the question of closure. 
 
 
Closure around institutional arrangements   
 
“Only by changing our institutional world can we change ourselves, at the 
same time it is only through the desire to change ourselves that institutional 
change can occur” (Harvey, 2000:186). 
 
According to Harvey, it is important to recognise that the materialization of 
anything requires, at least for some time, closure around a particular set of 
institutional arrangements (Harvey, 2000:188), and the task is then to define 
or form a spatiotemporal utopianism, “a dialectical utopianism”, that is rooted 
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in our present possibilities and at the same time is pointing towards 
alternative trajectories for human development (Pinder, 2005:7). 
 
Kevin Robins (cited in Pinder, 2005:13) identifies that there has been “[…] a 
profound and long-term crisis of the city and urbanity”, and in recent years, 
he argues, “[…] there has been a kind of imaginative collapse, as the utopian 
has distorted into the banal”, as we do not plan for the ideal city, but come to 
terms with the „good enough‟ city”.  
 
What remains of utopian urbanism often appears in the form of neo-liberal 
visions of the market, as an idealised realm of free exchange and consumer 
satisfaction, where money runs free. In the context of “urban utopian 
degeneration”, David Harvey (cited in Pinder, 2005:13) puts it, that 
commercial renewal projects, shopping malls and other urban spectacles, 
disconnected from the city, “turned in on themselves”, are unable to offer 
„alternatives‟ save those provided by technological fantasies, commodity 
culture, and endless capital accumulation. 
 
IMAGINING CITIES: A NEW PLANNING PARADIGM  
 
In the literature concerning urban planning, there has been a lot of critical 
observations on the “narrowness” of conceptions of the „city‟, mobilised in 
urban policy in many parts of Europe, with focus on the „competitive city‟, „the 
European city‟ or the „Compact city‟ (Healey, 2002:1777). 
While in part these policy and academic pre-occupations unite around some 
shared myths and images of what not to become, one example being the 
demonising of „Los Angeles‟ model of sprawling cities (Gordon and 
Richardson, 1999), as well as reactions towards „gated communities‟, they 
fail to connect important aspects. The policy debates have primarily focused 
on ways of containing urban geographical expansion2.  
 
                                                 
2 See Committee for Spatial Development, 1999, the debates on sustainable cities: Satterwaite, 1999; 
Jenks et al., 1996; Williams et al., 2000, Healey, 2002. 
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The academic literature also underlines the significance of representations of 
the city, as image and symbolic, embodying and expressing interests, 
ambitions and power (Bridge and Watson, 2000), thus shared efforts to 
imagine „the city‟ have a clear political dimension (Healey, 2002:1778). 
In this context, the strategic capacity, to imagine and to mobilise wide-
ranging attention and action around discussion about such conceptions, has 
the potential to become a key element of institutional infrastructure of urban 
governance. But, there are many forms and concepts of the city that the 
future development may take.  
 
 
From Planners having all the solution - 
 
Planners and geographers once thought that they knew the answers to 
questions concerning good urban development. The city was clearly a 
physical artefact (Hall, 1988) structured by the relations between centre and 
edge, activity spaces and movement spaces, green spaces and built areas 
(Chapin, 1965). Planners designed images of alternative structures for cities 
and modelled different kinds of relationships between land-use and transport 
patterns. These ideas live on as planners and urban managers once again 
discuss notions of spatial structures, in ideas of compact cities, transport 
corridors and urban villages (Healey, 2002:1779-80). 
Meanwhile, the social and economic relations of cities, their physical forms 
and cultural milieu are being continuously reshaped by the way people live in 
them, use collectively available resources, relate to each other and generate 
images of what the city is or could potentially be (Healey 2002:1780). 
 
To urban relational planning 
 
Developing a politically and organisationally useful conception of the city is 
not an easy task, therefore, it matters which city images are called up and 
consolidated in public policy, and how this process is achieved. Articulating a 
conception of the city in public policy is not so much a work of analysis, but of 
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imagination, of calling up the city into consciousness. Only through some 
kind of collective mental work can the city as such become an active force 
with the power to have influence on what people do. The power of the 
imagined city, in relation to Massey‟s call for an „open intensity‟- when 
viewing the city, depends on the imaginative richness, its allure to outsiders, 
and on the extent to which projects and systems become embedded in the 
public realm of city-dwellers, and in the daily life of people and firms (Healey, 
2002:1782). 
A powerful concept has existence as a symbol, an „iconic identifier‟ for city-
dwellers and those outside, being a mobilising resource for coordination, and 
a reference point for the justification and evaluation of governance activity. 
The policy models pursued in Bogota and Copenhagen, as will later be 
described and discussed, show signs of holding such symbolic reference, 
that even shows signs of influence outside the regional city geography, as 
the policies in these cities are being studied and experiences shared 
(sustainable cities, 2009:online, 2010:online; Eckerson, 2007:online, 
2008:online; Velo-city Global 2010.com; copenhagenize.com, 2012:online; 
Copenhagen Municipality, 2010). 
 
In contrast to the confidence of comprehensive mid 20th-century planners, it 
is now understood that no singular agency has the power to produce the city, 
materially or symbolically, and that physical structure may have little relation 
to the patterning of social, economic and cultural activities and values. In a 
world of multiple and dynamic relationships, perhaps the city can only be 
imagined, not made. If so, then only strategic governance task in relation to 
re-presenting the city might be to facilitate a „reading‟ of the city, to find ways 
to „recognise‟ its diversity and dynamics and to describe it, so that people can 
situate themselves more clearly in what is going on (Healey, 2002:1785). 
 
 
Efforts in „strategic planning‟ move from a position of „above and apart‟ from 
the on-going flow of imagining and acting, to institutional locations within the 
flow of relations which are producing the material and mental experience of 
urban life (Healey, 2002:1786). This involves deliberate efforts to make 
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connections among often conflicting and colliding pieces of the institutional 
infrastructure to generate momentum around a particular organising idea 
(Healey, 2002:1787). 
In this effort, developing a rich array of conceptions of „the city‟ provides a 
potentially powerful organising idea, capable of keeping in „a creative 
tension‟, the floating fragments of urban governance, leading to a new 
„integrative force‟ in the institutional infrastructure of urban areas (Healey, 
2002:1787). 
 
 
Relational Planning Paradigm of “Risky bets” 
 
What strategies are not, if we understand them in the above described way, 
are detailed programmes of how to arrive at a specific future scenario. They 
are instead „risky bets‟ or „thought experiments‟ (Gualini, 2001) which can be 
thrown into the on-going flow. In this context, the attraction of building 
debates, around concepts of the city, making the city come alive, is not that it 
provides a diagram of the future or a map of how to get there. Instead, such 
debates can generate an understanding of the implications, which in turn 
helps sustain a new political culture (Healey, 2002:1789).  
In this way, the contemporary policy interest in cities can create an 
opportunity for a remoulding of urban governance, discourses and practices 
in ways which have more connection to the social dynamics and time 
geographies of city‟ inhabitants (Healey, 2002:1790). 
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METHODOLOGY 
 
This chapter will explore the specific research objectives of this study and will 
provide a review and an explanation of the methodology and research design 
to be used in the project.  
This section will focus specifically on the research objectives as well as on 
the research design, philosophy and methods. 
 
 
Research objectives 
 
Starting with a description and categorization of the selected subject of the 
“Compact City” model, featuring many patterns of “feminine” transportation 
and mobility patterns, the subject was then put into a development 
perspective by using the literature review to describe why alternative and 
utopian urban models have relevance to the urban developmental context, 
and why urban policies have a high level of relevance due to transferability 
and the growing interaction throughout the world.  
 
Research Philosophy and Rationale 
 
Case studies on Copenhagen, Denmark and Bogota, Columbia, will be 
conducted in this study. Robson (cited in Saunders et al., 2007:139) defines 
case study as “a strategy for doing research which involves an empirical 
investigation of a particular contemporary phenomenon with its real life 
context using multiple sources of evidence”. The case study as a method 
was chosen for pragmatic reasons (time and resource) and because it gives 
the opportunity to go in depth with a single area. The cases must serve as a 
concrete and practical description of how Copenhagen and Bogota, as cities, 
have faced challenges in relation to the city's identity, and illustrate some of 
the barriers and opportunities the cities have used and overcome in their 
policy pursuits, relating to transportation. The cases are thus a concrete 
picture of the problem the project is built around, and should provide a better 
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insight into the more general trend of urban planning, with relevance to the 
global south (Rendtorff cited in Fuglsang, 2007:243). The use of a case study 
as a scientific method rests on an understanding that totally predictive and 
universal theories about people and societies do not exist, thus concrete and 
contextual knowledge is considered more valuable (Flyvbjerg, 1991:142). 
The knowledge obtained with a case study is specific and context-
dependent, and it represents a social world that is characterized by an 
interaction between actors and meaning structures, which one gets access to 
through description (Rendtorff cited in Fuglsang, 2007:249). In relation to the 
choice of cases, the purpose is to gain understanding of how different policy 
approaches in both a northern and southern setting, has made it possible to 
transform transportation and mobility patterns and discourses in each of the 
two cities.  
 
Thus, an instrumental case study approach is appropriate for this research 
as the case studies will be justified as having relevance in a broader 
perspective, providing “best practice” examples of how to use transportation 
policy to transform cities and change discourses about the usage of the 
urban form. 
 
To answer the research question in an effectively way and offer rich insights, 
this study will use a phenomenological research philosophy, which assumes 
a subjective and interpretive approach, by collecting qualitative data through 
multiple methods. 
Phenomenology as defined by Bryman and Bell (2011:717), is a, “a 
philosophy that is concerned with the question of how individuals make 
sense of the world around them and how in particular the philosopher should 
bracket out preconceptions concerning his or her grasp of that world”. 
 
The phenomenological research philosophy can best be accomplished in an 
exploratory study which “is a valuable means of finding out “what is 
happening; to seek new insights; to ask questions and to assess phenomena 
in a new light” (Robson cited in Saunders et al., 2007:133). 
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The choice of Copenhagen, Denmark and Bogota, Colombia was taken as 
the cities have both taken alternative development paths, where their 
transportation policies differentiate them in both a northern and southern 
setting. The implications of following a transportation policy based on multiple 
systems of transport, where pedestrians, bicycles and public transportation 
are given high importance in the provision of urban infrastructure, also have 
global policy relevance as the case studies exemplify alternative transport 
arrangements and the „realism‟ in aiming for implementing visions. 
Researching two distinct transportation policies in two regional centres, both 
in the global north and the south, makes it easier to gather information about 
the implications of such a policy, as basic mechanisms are in focus in the 
studied situations. This includes an action-oriented perspective, which can 
often be crucial to clarify the underlying mechanisms that generate a given 
problem, and what consequences this problem may cause and what 
solutions this may generate, as opposed to obtaining a description of 
symptoms of problems and how frequently they occur (Flyvbjerg, 1991:149). 
Interestingly, by using a case in both the global North and South, the case 
can show that policy implementations and innovations, from both sides of the 
globe, have global relevance as both cities feature as „best practice‟ cases 
for urban transformation, and shows that Northern cities have much to learn 
from the urban planning which is being implemented in much of the 
developing world. 
This is relevant for the forthcoming analysis where the goal is to describe 
alternative development models importance for mobility and broader 
sustainability of transportation, and to make the point of the relevance of 
alternative transportation policies. Furthermore, it is important to describe the 
relevance of aiming for utopian ideals, as „risky bets‟ on transportation policy, 
could be the way forward for sustaining high levels of mobility while 
accomplishing sustainability goals as well as other policy goals (health, 
equity, economic, etc.).   
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Research design 
 
The first part of the research has been represented by the literature review. 
To look at the challenges posed by the growing global urbanization and the 
need for more sustainable urban structures, transportation and mobility 
provisions, the author has chosen a more theoretical approach of planning. 
By using Patsy Healey's approaches to planning, which can be used as a 
tool to mirror the processes taking place in the chosen case study cities, a 
fuller description of the policy implication is the aim. Furthermore, the author 
found it necessary to use theories of utopianism in the task of describing the 
relevance of alternative development strategies, since many of the urban 
development strategies range across several years, where one can argue for 
a utopian development potential in relation to the future portrayed, which is 
essential for pursuing change and alternative urban futures. 
 
Patsy Healey  
 
Since the paper includes conceptualisations of mobility and accessibility, 
which also includes discussions of discourses of transportation, urban 
development policies, framework conditions and future scenarios for the 
cities, the author has used Patsy Healey's theories and utilized her (idealistic) 
approach to a modern planning culture perspective. 
Healey speaks of 'Collaborative Planning' not as an end in itself but as a path 
to coexistence between different interest groups. With "Urban Complexity 
and Spatial Strategies", Healey tries to come up with a relational and 
institutionalistisk approach to policy analysis and planning, including strategic 
planning, and thus challenges the management of urban areas and the 
importance of a strategic focus on a spatial organization and quality in 
current processes. Healey believes that local authorities and the 
communities they serve deserve to have more control and more influence on 
what happens in their local areas. Healey argues that the lack of 
communication between municipal planners and citizens may be due to a 
knowledge barrier, as planning experts hold a position of „expert‟ where 
acceptance of alternative knowledge networks and communication between 
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partners and citizens may be hard to accomplish in practice (Healey 
2007:242). 
 
In this context, Healey argues that the strategic capacity to imagine and to 
mobilize widespread attention is going to be a key element of the institutional 
infrastructure of cities management. The project for a new approach to 
planning will therefore involve a conversion of important dimensions of the 
institutional infrastructure in urban areas and contribute to a reshaping of the 
relationship between state power and actors (Healey, 2002:1779).  
 
Healey argues that a relational geography, rather than a geography of simple 
artefacts and physical flows, have the potential to transform the planning 
culture in cities and the cities themselves (Healey, 2007:202-3). 
 
 
Utopia and Planning  
 
Throughout the project, the author has worked with utopias as future 
perspectives are important to include in order to understand how cities 
formulate future images and visions, which it operates through policy goals, 
as such policy aims are an important driver of change. It is important to be 
critical of the structural conditions and future scenarios presented by the 
municipalities of Copenhagen and Bogota, as the perspectives presented 
might not be realistic or be subversive to other interest that could be argued 
equally important (Social welfare, economic development, profitable 
investments). But it is however important to recognise the enormous strides 
both cities have made to date, exemplifying that extraordinary 
transformations are possible. 
 
One must not forget what the idea of imaginative solutions can lead to in 
achieving specific social and moral goals, which can be transformed into 
ideas of potentially endless spatial forms. It is therefore important to explore 
a wide range of human potentials (different forms of collective life, gender 
relations, production, consumption, relationship to nature, etc.) to illustrate 
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alternatives to today's community organization and contemporary discourses 
on planning, urban forms, transportation provision, modes of transport, etc. 
(Harvey, 2000:182). Without a vision of Utopia, there is no way to define the 
direction we want to move in, and thereby what ideal future we want to build 
for ourselves (Harvey, 2000:189). 
 
 
Copenhagen, Denmark and Bogotá, Columbia 
 
The second part of the research will be represented by two case studies on 
two distinct locations: Copenhagen and Bogotá. The comparative design 
approach defined as “A research design that entails the comparison of two or 
more cases in order to illuminate existing theory or generate theoretical 
insights as a result of contrasting findings uncovered through the 
comparison” (Bryman and Bell, 2011:713) is relevant for this research as the 
goal is to focus on the alternative opportunities hidden in alternative urban 
forms, which Copenhagen and Bogotá have shown possible to implement in 
terms of transportation policies, and to describe this. To delineate the report, 
the primary focus is on bicycle infrastructure in Copenhagen and moreover 
on a general overview of the aims, goals and achievements of policies 
pursued in recent years. This strategy will also be used for describing the 
development that Bogotá has shown in recent years (1993-2000), which 
indicates that Southern as well as Northern cities can learn from the 
innovative policies implemented here. 
 
Reliability and validity 
 
By using a case study strategy, the author will use and triangulate multiple 
data sources. “Triangulation refers to the use of different data collection 
techniques within one study in order to ensure that the data are telling you 
what you think they are telling you” (Saunders et al., 2007:139). A multi-
method qualitative study approach will be used through a literature review, a 
content analysis and secondary data analysis, which will give the researcher 
a better opportunity of answering the research questions and meeting the 
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objectives, as it gives a richer understanding of innovative urban policies, 
discursive change, mobility and accessibility and possible alternative urban 
forms, which are in reach as the cases studies show.  
 
Data collection  
 
As the author, student at The University of Manchester, was not inclined and 
indeed advised not to do any first hand data collection, there will not be any 
interviews, focus groups or questionnaires of a quantitative or qualitative sort, 
therefore this study has focused on reviewing secondary data. 
 
1. Literature review 
 
The research has been done in part through a large literature review, where 
important theories have been examined, and where the theories of urban 
form relating to mobility, the “Compact city” model and feminine 
transportation patterns, have been reviewed. Theories of general urban 
planning with special significance of utopianism and strategic imagination for 
tackling urban planning issues have also been examined. 
 
2. Content analysis 
 
Qualitative content analysis is an important approach when analysing 
documents and texts as this approach “emphasizes the role of the 
investigator in the construction of the meaning of and in texts. There is an 
emphasis on allowing categories to emerge out of data and on recognizing 
the significance for understanding the meaning of the context in which an 
item being analysed (and the categories derived from it) appeared” (Bryman 
and Bell, 2011:717). 
 
In this study, a qualitative content analysis will be carried out, analysing 
(secondary) data from articles, journals, documentaries and videos about the 
case study cities, providing an insight into the planning culture and planning 
history of these ones. 
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Data analysis 
 
Secondary data will be collected from multiple sources, which include books, 
government reports, organisation reports, newspaper articles, documentaries 
and Internet based interviews with people of relevance to the case studies. 
This data will allow to answer the research questions and to meet objectives 
by shedding light on the policies pursuit in Copenhagen and Bogotá to 
examine their alternative visions for their city. 
 
 
Limitations to the study and potential problems 
 
Due to limitations with regard to the length of this document, it has not been 
possible to adequately portray some of the large-scale urban regeneration 
developments taking place in Bogotá and Copenhagen. In Copenhagen 
these brown-field redevelopments „risky-bets‟, exhibit large-scale 
infrastructure investments and also environmental agenda concerns in their 
construction, through incorporating urban design, technology, life quality 
aspects all in a compact city scape. It has not been possible to portray these 
developments as the focus has been on mobility, as the primary focus. 
 
It has also been a limitation for the author to properly engage with planning 
documents for the case study of Bogotá as the author does not read or write 
Spanish. But as Bogotá features as best practice scenario for urban 
planning, there have been plenty of English-speaking materials available. 
 
 
Contributions to knowledge 
To the knowledge of the author, no paper has been submitted, drawing 
examples from both Copenhagen and Bogotá, focusing on the relevance of 
utopian pursuits to improve overall urban design, urban form, governance 
structures for improving the life quality of city inhabitants and providing better 
more sustainable services, with a special relevance to mobility and 
alternative transport arrangements.  
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CASE CITY: COPENHAGEN, DENMARK 
 
The quality of the transport system affects people's quality of life and 
encourages competitiveness (Danish Road Directorate, 2008:5), and for a 
big city to be functional, people must be able to get around, quickly and 
easily. Moreover, good transport options are necessary for business and are 
a precondition for development (Copenhagen Municipality, 2010). 
 
 
Historical context of urban planning in Copenhagen 
 
The first modern transition in transportation and urban form took place in 
Copenhagen between the 1950‟s till present, where Copenhagen already in 
the 50‟s housed close to 1 million inhabitants, most of whom lived close to 
the city centre, and moved around mainly by using public transport, bicycles 
or by walking  (Valderrama, 2011:8). 
The „Status report‟ of 1950, by Steen Eiler Rasmussen, outlined the „finger-
plan‟ that was to organize the expansion of Copenhagen along transport 
corridors, mainly serviced by train lines (S-train system) and complementing 
the tram service in central Copenhagen. The vision relied heavily on the 
assumption that the city would remain “compact”, and cars and bicycles were 
not regarded as important for the mobility of the future. Steen Eiler 
Rasmussen furthermore, explicitly wrote that people should not choose to 
live in Roskilde or Hillerød, but remain in the vicinity of the existing or 
planned expansion of the S-train network, so as to preserve the natural 
growth of the city (Valderrama, 2011:9). 
 
 
However, due in part to a population boom and the unforeseen economic 
expansion of the post-war years, an increasing number of cars were being 
imported, which led to a higher demand for geographical expansion of the 
city and infrastructure to support this expansion. The first response to the 
new development was to extend the S-train line south to Køge, thereby 
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departing from the principle of urban containment and compaction. Due in 
part to delays of the construction of the S-train extension, demand for 
highway construction increased. As suburban growth began to accelerate 
throughout the 60‟ and 70‟s, a new conservative approach took form in the 
urban planning for Copenhagen, where growth was to be concentrated in the 
existing “fingers”. (Valderrama, 2011:9-11). 
The decentralized growth saw the wealthiest segment of the population leave 
for the suburbs, depletion Copenhagen Municipality, leaving it a poorer tax 
base and concentrating social problems in the central city. The population fell 
from 800.000 in 1950 to less than 600.000 in 1990‟s (Valderrama, 2011:11). 
Population has since increased and the municipality is predicting that 
between 2010 and 2020, approximately 80,000 to 120,000 people will 
choose to settle in central Copenhagen. 
 
The population decline and the increasing use of cars lead to a modal shift, 
and the tram system was scraped in 1972 due to falling passenger numbers, 
and commuters using busses, trains and cycles also fell during this period. 
National government decisions of the 60‟s and 70‟s also favoured 
decentralisation, as evidenced by the Location of Roskilde University and the 
Technical University of Denmark, constructed places without existing public 
transportation networks in place. However, while economic developments did 
not support the sprawling city in the 1970‟s and 80‟s, car ownership 
continued to grow, although at a modest rate, and cycling also experienced a 
revival. Motorway developments in the outer parts of the Copenhagen region 
continued, and the S-train system was also extended, but there was no clear 
attempt to steer development in any articulated direction (Valderrama, 
2011:11-3). 
 
Development started to change in the 1980‟s as there was an increasing 
preoccupation with the development prospects of the capital, resulted in the 
Regionalplan of 1989, articulating a vision of redevelopments of existing 
neighbourhoods in Copenhagen, the redevelopment of the harbour front and 
port areas, and construction of the Ørestad district. Additionally, the building 
of the Great Belt Bridge benefitted Copenhagen. Furthermore, the 
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construction of the Ørestad-distric, the new Metro lines and the Øresund 
Connection to Sweden lead to billions being invested in Copenhagen, aswell 
as connecting Malmø, Swedens third largest city, geograghically to the 
Danish Capital (Valderrama, 2011:11-3). 
The new vision for Copenhagen incorporated various elements that 
supported centralized growth and a densification policy, but the vision was 
also supported by heavy investments in motorized transportation, as the 
bridge to Sweden and several motorway expansions took place. But unlike 
many world cities, particularly in the US and Australia, which rely heavily on 
automobility, Copenhagen exhibits a mixture of modes of transportation and 
shows comparatively less dependence on car transport (Valderrama, 
2011:11-3). 
 
The conflicting policy effort made in Copenhagen, put both resources into 
road development and public infrastructure and the brief history of 
Copenhagen shows that there are many development and planning related 
issues connected to the urban form of Copenhagen, and it is not the case 
that Copenhagen has broken its automobility addiction. However, the city 
does showcase different mobility patterns and planning for different denser 
urban developments, making future mobility more likely to be dominated by 
public transport, bicycles and walking. 
 
The following will primarily focus on the biking culture in Copenhagen, as well 
as focusing on some of the „utopian‟ vision the municipality has put forward.  
 
 
Transportation with a focus on bilking 
 
According to the Danish Road Directorate, the growth in car traffic has 
caused problems for the environment and traffic flows, but compared to other 
European countries, the traffic problems are not as severe. An important 
factor for this development is that a strong cycling culture has developed 
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over a many centuries, which means that today about every fifth trip in 
Denmark is made by bike (Road Directorate, 2000:5). 
However, infrastructure needs to be adapted, so that the bike's qualities and 
capabilities are utilized optimally. A larger proportion of short trips in urban 
areas can be done by bicycle, but on longer trips, the car is often 
indispensable. Therefore, the bicycle cannot stand alone, and interaction 
between modes of transport is necessary. The right balance of good roads 
and trails for pedestrians, cyclists and motorists can therefore make cities 
better, where interaction is encouraged. The bike can also be more 
extensively combined with buses, trains and planes on long trips, but this 
requires safe and functional traffic terminals as well as access roads with 
good opportunities for switching between transport modes. Not only road 
authorities, but also businesses, schools, associations, etc., can help change 
our attitudes to transport and make it more acceptable to use the bike, and 
all of the above have been “activated” in the pursuit by the Danish 
authorities, for more sustainable mobility patterns. Furthermore, a half-hour 
of daily physical activity, such as cycling, leads to longer average life of 1-2 
years and contributes to better physical and mental quality of life, which has 
important policy implications (Road Directorate, 2000:5). 
 
There are many good reasons to put a focus on interaction between bicycle 
and public transport, as the combination of the bike and the collective traffic 
gives flexibility to bind every-day mobility needs together. For society, there 
is also a benefits of giving bikes access to the trains, metro and busses, as 
the bicycle and public transport are environmentally friendly and a CO2-
saving combination, and cycling has public health benefits in itself  (Danish 
Transport Authority, 2009). 
While requiring only little space in the urban environment and on public 
transport, and as it is often relatively inexpensive to improve bicycle 
infrastructure – there is great potential for interaction between bicycle and 
public transport. As is the case of the national train carrier DSB and the 
metro system in Copenhagen, bicycles are already allowed to use the 
infrastructure, and free on S-trains, which has shown that interaction 
between modes of transport, public and bicycles, has a great potential in 
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limiting some of the described ills of increasing mobility. Furthermore, it is 
possible to park your bike at many bus stops around the Capital, although it 
is not possible to bring your bike onto the bus.  
Infrastructure can be upgraded, and services be optimised to influence 
mobility choices of citizens, but good infrastructure already exists and is 
currently being greatly invested in, as with the new inner city Metro ring, and 
the suburban outer-ring tramway, where bikes will be allowed on board.  
The "Agreement on a green transport policy" of January 2009 allocated 1 
billion DKK (approximately 125 million £), to be spend in the period 2009-
2014 on projects that have the purpose to improve conditions for cyclists. In 
addition, EUR 1 billion is to be invested in the period 2009-2020 to improve 
access to public transport, which will also benefit cyclists (Danish Transport 
Authority, 2009).  
 
Copenhagen, “the world’s best city for cyclists” 
 
Copenhagen operates with many different development goals, one of which 
is the municipality wanting Copenhagen to be one of the most liveable cities 
in the world, which includes the goal of being the best cycling city in the 
world. The municipality believes that there is a close link between pleasant 
cycling conditions and a vibrant urban environment in which a wide variety of 
people thrive, feel at home and enjoy their city. Furthermore, the municipality 
operates on the scientifically proven assumption that cycling is an excellent 
means of creating a cleaner environment, increasing traffic safety, reducing 
congestion, and, last but not least, improving public health (Copenhagen 
Municipality, 2010). 
Copenhagen leads the field, showing the way forward as cities from New 
York to Australian cities are being “copenhagenized” in an attempt to follow 
the “Copenhagen” example. Copenhagen was the first city in the world to 
have been awarded the UCI (Union Cycliste Internationale) bike city label, 
and was furthermore the first city to ever host the UCI Road Cycling World 
Championship in an urban setting, in the summer of 2011. However, 
Copenhagen has the ambition of being the most bicycle friendly city in the 
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world, and therefore persists in efforts to accommodate cyclists with new 
investments and initiatives (Copenhagen Municipality, 2010). 
And as 84 % of Copenhagen residents have access to a bicycle and 68 % 
cycle at least once a week, and as many as 50 % of Copenhagen residents 
who work or study in Copenhagen cycle to their workplace or educational 
institution, it shows that Copenhagen has a far developed cycling culture 
(Copenhagen Municipality, 2010). 
 
 
The Copenhagen Bicycle Account 
 
One of the innovative policy measures the Copenhagen Municipality utilizes 
is the Biannual “Bicycle Account”, where the municipality continually monitors 
progress in relation to stated goals. There is much to be satisfied with, as for 
every major cyclist casualty, cyclists have biked 4.4 million kilometres, the 
equivalent of 110 times around the world, and parents feel so comfortable 
that they have no problem with sending their children to school by bike 
(Copenhagen Municipality, 2010). 
Copenhagen is one of the most bike friendly cities in the world, which is a 
fantastic brand for the city, and one of the main reasons why global lifestyle 
magazine „Monocle‟ continuously rank Copenhagen as one of the top cities 
to live in, writing: “The Danish capital ranks highly on Monocle‟s Most 
Liveable City survey […], as [ it is incredibly easy to get about this compact 
capital and deal with local people.” (monocle, 2012:online). 
 
The aim of the municipalities‟ traffic policy is to create a city which favours 
biking and walking. Furthermore, the municipality aims to continue to extend 
the successful and accessible public transport system with metro, bus, train 
and soon light rail/trams. 
Cars must be used more efficiently, and the city aims to promote car- 
sharing, offer climate-friendly driving courses and have traffic signals which 
facilitate smooth traffic flows. It is the vision that Copenhageners will drive 
electric and hydrogen-powered cars in the future, and if the legal provisions 
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can be agreed to, it is the aim to also introduce congestion charges, which is 
likely to be implemented, as the newly elected coalition government has 
stated this goal in their transport policy, although there is stiff resistance to its 
implementation (Larsen, 2011:online). 
 
Although traffic is not where the greatest CO2 emissions can be saved, it is a 
policy area that has the most impact on our health. As more people stop 
using their cars, our air quality will improve, less congestion and noise and 
improved city life will be the result, and the municipality will get closer to 
achieving the goal of creating a healthy metropolis (Copenhagen 
Municipality, 2010). 
 
 
Copenhagen investing in bicycle infrastructure  
 
Investments in a wide range of projects in 2010 alone saw DKK 150 million 
(approximately 17 million £), allocated to new investments in cycling facilities. 
The cycle track network has been extended and is being adapted to 
accommodate the increasingly large numbers of cyclists, particularly during 
rush hour as cycle congestion is a real problem for the municipalities along 
the busiest network routes. The reconstruction of intersections providing pre-
green traffic signals for cyclists, cycle tracks continuing directly into the 
intersection and set-back stop lines for cars have made intersections more 
passable for cyclists and enhanced cyclists sense of safety (vemeo, 
2011:online) (Copenhagen Municipality, 2010). 
Innovative policies of interaction have made it easier for citizens to let the 
municipal technical department know where minor repairs are needed, and 
since its introduction in May 2010, “Giv et praj” (tip us off- web-page) has 
received 1016 cycle related tips, 393 of which have been carried out, 52 of 
which are in progress and 82 of which are waiting to be processed. The 
remaining 489 fall outside the category of what can be addressed under the 
“Giv et praj” scheme, but provide valuable input when it comes to overall 
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prioritization since they include proposals for new cycle tracks or intersection 
reconstruction (Copenhagen Municipality, 2010).  
Furthermore, an unprecedented collaboration between 18 municipalities and 
the Capital Region of Denmark launched a concept plan, to develop a 300 
km network of 'cycle super highways' in the capital area, which have yet to 
be implemented, but which has received much political and popular support 
(Cykelsuperstier, 2011:online).  
Since cycling provides enormous health benefits, creating better cycling 
conditions is an element of the City of Copenhagen‟s 2011-2014 Health 
Policy “Long Live Copenhagen” (Copenhagen Municipality, 2010). 
 
Cost –benefit of bicycle infrastructure 
 
In 2008, the City of Copenhagen took the initiative to develop a methodology 
for a cost-benefit analysis of cycling infrastructure, based on the principles 
set forth in the Ministry of Transport‟s manual for cost-benefit analysis. A 
number of factors are included in the equation such as transport costs, 
security, comfort, branding/tourism, transport times and health, and when all 
these factors are added together, the net social gain is DKK 1.22 per cycled 
kilometre. This is in contrast to a net social loss of DKK 0.69 per kilometer 
driven by car. 
 
The most important socio-economic impact of cycling lies in the area of 
health care. When we cycle we save ourselves and society as a whole 
significant health care costs, including saved treatment expenses and 
increased tax revenues as a result of fewer illnesses. On the other hand, 
heightened activity levels increase the risk of injury, and accident costs in the 
form of treatment expenses and loss of tax revenues are deducted from 
health benefits. 
So, if the Municipality is successful in achieving the political goal that 50% 
will bike to and from work by 2015, the health benefit of the extra trips alone 
will be around DKK 500 million (COWI, 2009). 
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On weekdays in 2010, approximately 9,000 cyclists crossed the Bryggebroen 
bridge, built only for cyclist and pedestrians, saving an average of 3.31 km, 
equivalent to around 12 minutes of saved transport time. The 12 minutes 
saved by each cyclist is the equivalent of 1⁄2 million hours saved on an 
annual basis. Cyclist are now segregated from motor traffic reducing the risk 
of accidents, and the bridge has generated new cyclists whose health has 
been improved by the fact that they have started cycling (COWI, 2009). 
The total socio-economic impact of the bridge is very positive, the equivalent 
of a 12.6 % rate of return, which is well over the state‟s minimum requirement 
of 5 % return on infrastructure projects. This is without counting the high 
benefit for pedestrians, who also have access to the bridge (COWI, 2009). 
 
Moreover, the large proportion of bicycle traffic in Copenhagen does not 
merely constitute a direct socio-economic benefit, as there are many 
businesses engaged in selling and producing bicycles, and many firms enjoy 
increased staff mobility due to cycling. In Greater Copenhagen, there are 309 
businesses selling and repairing bicycles, and these firms generate 650 full 
time jobs and a total estimated annual turnover of DKK 1.3 billion 
(Copenhagen Municipality, 2010). 
Add to this other firms such as bicycle rental firms, „pedicabs‟, bike 
messengers and firms whose employees cycle during working hours such as 
postmen, police and home carers, there are many reasons for weighing the 
benefits of infrastructure for bicycles. Cycling infrastructure investments are 
the basis of Copenhagen cycling and the reason that Copenhagen citizens 
and businesses can enjoy all the benefits of urban cycling (Copenhagen 
Municipality, 2010). 
 
It is difficult to assign a precise economic value to Copenhagen‟s leading 
position when it comes to cycling, but it is estimated that the city‟s strong 
branding as a bicycle-friendly city has a positive impact on attracting 
international conferences, highly educated people and hotel guests. 
 
As described, the developments in passenger transportation in Copenhagen 
are still somewhat geared towards an unsustainable paradigm of increased 
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car use, and heavy investments in expensive solutions for public 
transportation (i.e. the metro system in Copenhagen) for the purpose of 
generating economic growth (Næss et al., 2009). 
However, Denmark is at the front of developing structured visions for the 
future, but at a more practical level, there is also a need to understand and 
develop intervention mechanisms for changing practices in urban 
transportation (mobility patterns) and broader city growth patterns (Næss et 
al., 2009). However, the highly developed bicycle infrastructure and high 
levels of citizens using bikes to get around show that alternative futures are 
possible, if properly supported, as warm weather is not a requirement for 
high usage of bicycles. 
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CASE CITY: BOGOTÁ, COLOMBIA 
 
Globally alternative traffic models are being implemented. In Bogotá, more 
than 300 km of bicycle lanes, stretching from slum areas and suburbs into 
the capital centre, have been built, and bicycle lanes are continuously being 
developed. Since the construction of the lanes, bicycle use has increased 5 
times over in the city and it is estimated that there are between 300,000 and 
400,000 trips made daily in Bogotá by bicycle, for which a large portion of 
commutes are in the southern, poorer areas (sustainable cities, 2009:online). 
The public transport system of Bogotá has also been improved by 
implementing an affordable rapid bus transit system, where buses have 
dedicated lanes, and specially built stations have extra lanes which allow 
express buses to pass through without stopping, giving average travel speed 
nearly reaching the pace of metro style systems. In early 2006, commuters 
completed 1,050,000 trips a day. Because of restriction on private cars in the 
inner city during rush hour, the Transmilenio buses are running three times 
as fast as a typical New York bus, equalling an average of 28 km an hour 
(sustainable cities, 2009:online; Eckerson, 2007:online). 
Vehicle traffic has been reduced by 40% through restrictive measures, and 
additionally car free Sundays as well as the removal of thousands of parking 
spots have made roads more pedestrian-friendly; as a result, Bogotá has 
become a healthier and safer city with greater social integration and cheaper, 
sustainable transport (sustainable cities, 2009:online). 
 
The political process of change (1993-2000) 
Bogotá was in the 1990´s a city in urban decay, and news reports at the time 
called the city “the worst city on the planet”, as drug cartels, corruption, 
murder and violence affected every aspect of life in the city. But in 1994, a 
political transformation began, as newly elected government officials 
transformed the city at a speed that nobody could have imagined possible 
(BOGOTÁ CHANGE, 2009). 
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Beginning with the mayoral election of 1994, the front runner from the liberal 
party, Enrique Penalosa, dreamt of implementing a radical new urban 
philosophy for securing urban improvements. However, Penalosa would 
have to wait 3 years to get into the mayoral office and implement his 
investment programme, as Antanas Mockus, the eccentric Chancellor of the 
National University of Bogota would enter the race and win as an 
independent.       After resigning as chancellor, for mooning radical students 
at a University assembly, he became a symbol of honesty in the city, and this 
became his platform for running in the election, and in the end winning the 
mayoral race as the first independent candidate in the mayoral race in the 
history of the city. The 1994 election exhibited a different political election 
than usual, as Mockus would feature in super hero costume cleaning up the 
city, run his campaign from his mother‟s house, with very little funding or 
endorsements. Furthermore the debates would feature fights at political 
panel discussion involving candidates and spectators (BOGOTÁ CHANGE, 
2009). Mockus came out on top as he seemed to represent the popular 
sentiment of being feed up with traditional politics in Bogotá, and as he 
clearly was not traditional in his way of behaving (BOGOTÁ CHANGE, 2009). 
Antanas Mockus took office on January 1st 1995, as the first independent 
candidate to enter city hall, entering a mayoral office, which for years had 
been functioning under corruption and nepotism. Mockus sought to change 
this political culture, and as an independent he owed no political favours, and 
set up his cabinet based on qualification alone (BOGOTÁ CHANGE, 2009). 
Furthermore, Mockus turned Bogotá into a political urban experiment, as he 
utilized his background in philosophy to challenge the urban discourse, 
stating that: “Everybody has a seed of moral, and the willingness to enter into 
a dialogue with others” (BOGOTÁ CHANGE, 2009).                             
According to Mockus, there was a disparity between culture, law and morality 
in Colombia. Mockus therefore initiated as one of his first actions as mayor a 
red card/white card scheme, for diagnosing the real problems of traffic jams 
in the city, namely that people did not wait their turn. By using a red car one 
could indicate bad selfish behavior in traffic, and by using the white card to 
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show good behavior. By diagnosing, and making visible the problem, he then 
sought to treat it through behavioral change.  Utilizing traffic mimes (artist), 
the mayor set about to change traffic behavior, which although it sounds 
improbable, had the effect of drivers starting obeying traffic lights and 
showing greater consideration in traffic. Following the mime success, the 
mayor disbanded the notoriously corrupt traffic police, and some were re-
educated as mimes (BOGOTÁ CHANGE, 2009). 
Trying to combat the escalating and prevalent violence in the Colombian 
society, Mockus wished to construct taboos to combat the violence, the most 
important being in relation to human life. At a homicide rate of 70 for every 
100.000 people per year in mid 90‟s Colombia, action had to be taken and 
Mayor Mockus thus initiated the „carrot law‟ that would oblige bars and 
restaurants to close at 1 a.m., to combat violence, homicide and drunk 
driving. The law, although it had fierce opposition, showed results as in a 
normal weekend 38 people would get killed, but weeks following the 
enactment of the law, deaths had fallen to 18. In a normal weekend, 16 
would die in traffic accidents, but after the law this was also reduced to 4 
(BOGOTÁ CHANGE, 2009).  
Furthermore, the law was followed up by a massive education program, 
where the entire police force was educated in peaceful conflict resolution, in 
prison inmates were encouraged to commit non violent criminality (preferably 
non at all), and in schools children learnt to report violence in their own 
families. The change started with changing behaviour in traffic, but expanded 
to all parts of violence in society. Furthermore, mayor Mockus proceeded 
with the disarmament of Bogotá, although there was stiff resistance from the 
armed forces, this campaign also prevailed (BOGOTÁ CHANGE, 2009). 
In his 3 year tenure as mayor, Mockus saw the economy rebuilt, corruption 
radically reduced, and tax collection became orderly and more regularized.  
Mockus even persuaded 65.000 of the richest citizens of Bogotá to donate 
an extra 10% of their income. All of these achievements were important in 
attaining confidence abroad, and Mockus succeeded in securing international 
loans of 2 million dollars to finance improvements to the traffic infrastructure, 
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which needed approximately 9 million dollars of investment at the time 
(BOGOTÁ CHANGE, 2009). 
Most importantly, Mockus achieved a discursive transformation of Bogotá, 
but on the physical surface, the city was still run down and badly in need of 
investment. But with the financial resources secured to tackle the problems, 
Mockus left office after 3 years, as Colombian law only permits Mayors one 
term in office at any one time, and left Bogotá and its citizens receptive to 
change (BOGOTÁ CHANGE, 2009; Bogota: Building A Sustainable City, 
2008:online). 
In 1997, Enrique Penalosa again ran for mayor as an independent, stating: “I 
want to give Bogotá a new trust in its capacity to build its future”. Mockus had 
paved the way for Enrique Penalosa, whose philosophy was that: “The way 
cities were built would determine to a large extent equality, social justice, 
happiness for millions of people for many generations” and in an interview 
from the 1994 election, Penalosa stated that: “[…] we‟ll have to recreate 
Bogotá, not only for better security and transportation, but also for a prettier 
and happier city” (BOGOTÁ CHANGE, 2009).  
This time running as an independent, Penalosa again campaigned to make 
equality through urban design, wanting to build a more democratic city by 
constructing parks, sidewalks, bike lanes, a bus system called the 
Transmilenio, good school, libraries and hospitals - public goods available to 
every citizen (BOGOTÁ CHANGE, 2009; Bogota: Building A Sustainable 
City, 2008:online) 
After winning the election, and in order to implement his vision fast and 
efficiently, Penalosa employed some of the best businessmen in the country.  
Wanting to re-establish public spaces in the city, some of the first projects 
started involved slum-clearings in the central city, and expropriation of lands 
from the most exclusive country club in the country, making room for public 
spaces and parks. Penolosa saw these public spaces as critical for creating 
a city for human dignity and for creating a more democratic society 
(BOGOTÁ CHANGE, 2009; Bogota: Building A Sustainable City, 
2008:online). 
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In an interview from his period as mayor, Penalosa stated that: “Bogotá can 
become the first city in the world where only public transportation is used. A 
city without pollution and noise, and a more human city for people [.]”, 
indicating the ambitions and the utopianism by which he directed his work 
(BOGOTÁ CHANGE, 2009).  
Starting with the traffic policy, restrictions on car use in peak hours was 
implemented, the intention being that everybody regardless of income should 
use public transportation, and as Penalosa further elaborated on the policy: 
“Behind lies a conception of how city life ought to be, a more equal society 
where rich businessmen sit next to workers in the bus” (BOGOTÁ CHANGE, 
2009). 
Furthermore, Penalosa elaborated that he sees class conflict in developing 
countries, not as a conflict between a few billionaires and the rest of salary 
worker, but a conflict between those with cars and those without. As 
Penalosa explains: “a bicycle-way is a powerful symbol of equality, as it 
shows that a citizen on a 30 dollar bicycle is equally important as a citizen in 
a 30.000 dollar car” (BOGOTÁ CHANGE, 2009; Bogota: Building A 
Sustainable City, 2008:online).  
The Transmilenio bus system, which was as efficient as a metro system, was 
established at 10% of the cost of construction of a normal metro-style 
system. Despite a conflict that developed between private bus operators, a 
sector controlled by powerful cartels, the administration‟s plans for the 
Transmilenio system was implemented, turning the city into a massive 
construction site, creating further confrontations (BOGOTÁ CHANGE, 2009; 
Bogota: Building A Sustainable City, 2008:online). As the construction began 
in earnest, communications broke down, and violent protest ensued to a 
point where the approval rating for Penalosa was at a 18% low. Penalosa 
was then impeached, for restricting parking places in the city, but as he was 
only upholding the law in regard to parkingspaces, and as he had followed 
what was in his election program, and as projects furthermore began to be 
completed, support again changed and the impeachment was dropped. 
Moreover, in only 38 months, the mayor took Transmilenio from an idea to 
having the first line in operation. ´ 
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Furthermore, through a discursive change of citizen behaviour the mayor‟s 
aims was: “That I would like to change the hero in the neighbourhood, not [to 
be] the young guy who is full of fancy clothes and jewels, and needs to go on 
a fancy motorcycle or a fancy car and does drug dealings and things. But the 
new hero should be one [who] goes in a bicycle, [who] goes in a library, does 
sports, to create different values. This is a way to attack corruption, to create 
a new kind of citizen hero among the youth. So the library is for us were not 
just functional, they were temples, they were a symbols, like a cathedral in 
the middle-ages […] Because they not only reflect the values in our society, 
but is also creating different kinds of values” (BOGOTÁ CHANGE, 2009).  
 
Electricity, sewage systems and running water were extended to all parts of 
the poorer southern districts, and to avoid private exploitation, Penalosa also 
created Metrovivienda, a programme to buy up land around Bogotá and 
provide decent housing for the poor, ensuring that the public will benefit from 
future urban growth (Bogotá.gov.co, 2011:online; BOGOTÁ CHANGE, 2009; 
Bogota: Building A Sustainable City, 2008:online). 
To ensure that mayor Penalosa‟s ambitious programs were to be continued 
after the end of his term, Penalosa partnered with former mayor Mockus in 
exchange for a public promise to carry out the huge development plans 
drawn up by Penalosa‟s administration. This partnership had decisive 
influence over the outcome of the 2000 mayoral campaign, as Mockus won 
by a narrow margin. Although Mockus disagreed with many of the heavy 
handed methods of the previous mayor, he however saw it as important to 
respect morality while still obtaining results: “we have to show society that a 
moral point of view is compatible with efficiency”, therefore the Transmilenio 
program was accelerated and built quicker than what was scheduled 
(BOGOTÁ CHANGE, 2009). 
At the end of Mockus‟s second term in office, 1.6 million used Transmilenio 
daily, approximately 400.00 used their bikes daily, automobile traffic had 
decreased by 22%, 1100 new neighbourhood parks had been constructed, 
15 new libraries constructed with 400.000 weekly users, major streets were 
car-free on Sundays (Cyclovilla) and 98,5% of all children went to school. All 
households had electricity, running water and sewage systems, traffic 
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fatalities dropped 50% and homicide rates had dropped 50% (BOGOTÁ 
CHANGE, 2009). 
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CONCLUSION 
 
 
Feminine transportation patterns and elements of the “compact city” urban 
development model show a divergence away from the unsustainable path of 
automobility and long distance mobility patters, and emphasise heavy 
reliance and walking, bicycles and public transportation. As has been 
evidenced by the case studies of Copenhagen and Bogotá, the 
transportation policy has been used to far ranging effect, including the 
support for alternative mobility patterns supported by heavy investment into 
urban infrastructure. But the importance of transportation policy has not been 
limited to the field of transport, as the transportation policies in both cities 
have been utilized to formulate discursive ideas and visualise urban as well 
as social change, through a re-imagining of the urban. The discursive 
changes have led both cities to generate a greater sense of self-esteem, and 
life quality for citizens and have led the cities to pursue further investments 
into their ‟alternative‟ transport mobility infrastructure.  
In Bogotá, the change has been enormous as the city went from being one of 
the most violent with unsound governance traditions and chaotic 
infrastructural arrangements, to being a best practice case in urban 
transformation and in implementing entrepreneurial public policies for urban 
transportation, emphasizing investments for pedestrians, biking and public 
transport.  
Copenhagen has had a longer history of bicycle use and heavy dependence 
on public transport, and has a good track record for sound governance but 
has yet still seen a growing automobility and a decentralised urban 
development. However, the tide has been turned and the city is now re-
imagining itself, growing denser and increasingly transporting citizens by use 
of bicycles, busses, trains and the newly built metro system. Special 
significance has been paid to bicycle infrastructure for the case of 
Copenhagen, as the benefits of this mode of transportation is well 
documented. Research done has shown that while bicycling benefits the 
general society in monetary terms, automobility costs society money.  
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The cases show that there are benefits from having wide-ranging 
interconnection between diverse modes of transportation and interconnection 
between diverse fields of policy with the goal of supporting mobility and 
accessibility, and at the same time achieving various other objectives: be it 
environmental, concerning health, equity, recreation, urban regeneration, 
general discursive change, etc.  
The fact that transportation policies and notions of mobility have so far 
reaching importance into citizens lives, proves the significance of this policy 
area in urban politics. Patsy Healey‟s articulation of relational planning, „risky-
bets‟ and urban re-imagining goes some way in conceptualizing how these 
policies can be theorized and institutionalized. But as the author has also 
argued, the importance of utopian thought in aiming for an ideal is 
furthermore important for driving change. It has been the hope to 
communicate how this has been the case in Bogotá and Copenhagen, and 
why aiming for higher ideals are an important cornerstone in the ambitions 
for change and development there.  
Utopian ideals are important, as is evidenced by the discursive change in 
Bogotá, and the many ambitions of Copenhagen, but real and physical 
change is equally important in supporting that change. Ideals without action 
remain utopian and unreal places with little real relevance. The hope is that 
the examples of Bogotá and Copenhagen can spur change in other parts of 
the globe, which is already the case as these cities transportation policies are 
being taken notice of worldwide. The cases offer real-world ideals to aim for, 
and the dissertations limited space describes some of the specific (unique) 
ways of implementing policies to get there.  
The global north has much to learn from the South, but equally the South can 
learn from the North. Due to the effects seen in developed countries of 
particular mobility dependence and its adverse effects on social relations, 
path dependency in terms of infrastructure dependence and construction and 
urban form, adverse health and environmental related effects, this 
development of automobility should be avoided. 
It is important to bear the good examples in mind, as this can that can drive 
change. It is important to support and give credit to these good examples, as 
they in of themselves, and by the ideals they show possible to achieve 
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through good governance and policy commitment, which make it possible to 
also re-imagine other urban environments. Utopianism is important and 
change is possible, both in a physical and discursive sense. This has been 
the point of writing this dissertation, and the author hopes that this has been 
well received.  
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